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I think there are two fundamental reasons for the iifference between the outlook on civil aviation of the American people and that of the people of the British and European countries. The first is that in the British Empire, France and even Germany, the Governments look on civil aviation mainly from a defence standpoint.
In England and
Australia, for example, civil aviation is ony a sub-depart ment of a defence department. In Gertmany the prohibition of military aviation has made civil aviation the only pos sible preparation for air defence. While it is possibly true that civil aviation has some bearing on defence, the result of its subordination to defence is to put it in a false light before the public.
In America, on the other hand, civil aviation is in no way connected with defence. estimated that the output of aircraft during 1929 will exceed 5000. There is in all this a distinct atmosphere of a "boom" and this is reflected in the prices of leading aero 57 nautical stocks which, in some cases, can only be based on optimistic discounting of the future. The peak of this "boom" will probably be reached during the present year, and will be followed by a re-action, which is not only inevi This group formation is the outstanding feature of civil aeronautical finance, and it seems to me that while there is a pretty general frenzy for aviation stocks at the moment the really far-sighted men are preparing for the inevitable reaction, by consolidating the finances of the in dustry.
In every instance the group comprises a leading manufacturer, and a leading air transport organisation.
It is conservatively estimated that the present value of the investment represented by actual assets comprising flying equipment and factories in the American Aircraft industry is over $150,000,000. In 1926 it was! estimated to be less than $5,000,000.
The next phase of this development can already be detected in the rivalry of the existing groups, and the struggle for leadership of the industry. Personally I think that all these groups are sufficiently strong to survive the struggle, though many of the smaller manufacturers and operators will be either broken or swallowed up in the strug gle of the giants. The whole development of the American Aeronautical Industry is, I think, destined to follow closely the lines of the Automobile Industry, in its methods both of manufao 0 ture and finance, but in this case the movement will be much more rapid and decisive, because there is such a clearly defined track for the industry to follow. 
